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FOREWORD:

This report provides advice on how to neasure the inportance
of an airport to the econony of the surrounding area. It

defines various neasures of economc significance , describes
the circunmstances in which they are applicable, and provides

guidelines for their initial approximtion and subsequent
conput ati on.
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to support airports when they are aware of the substantia
positive effects on the surrounding area. Econom c inpact

and benefit data can be useful in evaluating the effects of
airport use restrictions or curfews. Benefit data can be
combined with income projections to help determne the viability
of airport devel opment proposals.

Anal ysts shoul d consider the intended application of their

work and its probable audience and design their analysis accordingly.
Prelimnary calculations derived fromrules of thunb provide
"ball-park" neasures of an airport's significance and are
appropriate only when quick-response information is required

and precision is not essential. Mre detailed analytica

t echni ques, which require nore time and money to perform

are appropriate when a nore precise estimate is needed. Detailed
anal yses may be used to support major investnent decisions

or as input into debates of a technical nature. A balance

shoul d be nmaintained between the effort in preparing an analysis
and the effort in dissemnating the results.

The follow ng sections provide guidance on both sinple rules

of thunb and nore sophisticated anal ytical techniques. Chapter 2
presents a nethodology for the devel opnent of neasures of
transportation benefit. Chapter 3offers suggestions for
estimating econom c inpacts by nmeans of (a) some statistical

rules of thumb and (v) a conprehensive econom ¢ assessnent.

A brief summary is presented in Chapter 4.

3 (anc 4)
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by the value of the passengers 'tinme. There is also a benefit
as a result of reduced ground travel costs, since airport A

Is closer to the origin of trips than airport ¢. There coul d
be additional benefits if the flight distance x were shorter

than the alternative flight distance y. |n the exanples bel ow,
It is assumed for the sake of sinplicity that the flight distances
are equal .

FI GURE 2-1
TRANSPCORTATI ON BENEFI T OF AN Al RPORT

The variables that nust be considered in the analysis are
listed in Table 2-1. Mostof them do not have to be determni ned
for each analysis; typical values can be used instead. The
critical variables that must be determned for each individua
anal ysis are the nunber of based aircraft, the nunmber of passengers
in comercial air service, and the access distances to the
airports at Aand c. The -total benefit is the sum of the

time saving and travel cost reduction. The equations are

shown separately and in the conbined format. A nore detaijl ed
anal ysis that considers the cost of aircraft flight tine my

be warranted if the distance x is substantially different
fromthe distance y (See reference 6)..

Time Saved

Annual Passengers = FGN + Y
OCBtime = b/P + y/8
OABtime = d/ P+ x/3

Annual Benefit = E(FGN + Y)(b/P + y/S - x/ S -d/ P)

6
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For exanple , an airport being studied has 25 based aircraft,
and a regional airline served 6,000 passengers at the airport

in the preceding year. The nearest alternative airport is
20 highway mles farther fromthe area served by the airport

under study. The total annual transportation benefit from
the airport is 25 aircraft times $9,773 per aircraft plus
6,000 passengers tines $15.91 per passenger, or $339,785.

2.4 Effect of Increased Activity

An anal ysis can be used to determne the additional benefits
that will result fromincreased activity at an airport. The
increased activity may be the result of gradual growth in

the demand for air transportation (passenger enplanements

inthe US are forecast to increase at a rate of 4.5 percent

per year), or it may occur rapidly as the result of an inprovenent
to the airport or the introduction of new service. \Wen the
expected nunber of additional based aircraft and conmercia
passengers is known, the analytical technique or rule of thunb
described in the preceding sections can be used to estimate

the increased benefit. This information nmay be used to evaluate
proposals to inprove an airport or restrict airport growh.

2.5 Reduced Del ays

A general aviation airport in a metropolitan area may be designated
a reliever airport by the Federal Aviation Admnistration

In addition to providing access to the surrounding area, the
airport relieves congestion at a busy airline airport by providing
general aviation aircraft with an attractive alternative |anding
area . For instance, Teterboro Airport in New Jersey is a

reliever for Newark Airport, serving over 400 aircraft that

m ght otherwise land at Newark and add to congestion there.

The value of delay reduction resulting froma reliever airport
can be conputed by estimating the amount of traffic that would

11
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Wiile it is usually not possible to predict such uses or to
express themin dollars, they can be illustrated by references

to specific instances in which the local airport, or one in
the general area, was used in an emergency. Anecdotal evidence

and sunmmaries of case studies can add a new dinension to di scussions
of airport benefits.

2.7 Stinmulation of Business

Aviation is an essential form of business transportation,

and it has helped to shape the size and structure of nmany
maj or corporations. The presence of an airport and the type
of services it provides are inportant considerations in the
siting of business and industrial facilities. Large airports
are magnets for warehousing, distribution centers, office
parks, hotels, and other development. Smaller airports help
to attract industry to small- and nmedi umsized conmunities,

t hough they nust work in concert with other factors such as
the availability of a market, raw materials, labor/utilities,
favorable treatment by local government, |ow taxes, comunity
amenities, and sites that are economical to develop. As an

I mportant part of a rural area's transportation network, an
airport is a factor in fostering business.

2.8Access to the National Airport System

State and local agencies, working with the Federal government,
have provided the United States with the wor1d's nost extensive
and best equipped airport system These airports acconmodate
about 40 percent of the comercial traffic in the world, and

6o percent of the general aviation traffic. It is through

the local airport that an area gains access to this inportant
national resource.

13
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with full or near full enploynent, where airport enploynent

m ght draw workers away from other enployers in the region

who then have to operate their businesses with |ess |abor

than they would otherwi se enploy. A sinilar problemis posed
by the possibility that, in the absence of the airport, the
regi on might have devel oped alternative nodes of common carrier
transportation nore extensively and thus created enploynent
opportunities for workers now enployed at the airport.

As a practical matter, however, it will rarely be cost effective
to devel op a base-case scenario that depicts the econony of

the region without the airport. The time and resources required
for this exercise will seldom warrant the resulting inprovenment
in the estimates of enployment, -payroll, and expenditure inpacts.

Expenditures by airlines, fixed based operators, and tenants
generate direct inpacts, but only those that induce |oca

busi ness activity are relevant for a regional econom c assessnent.
For this reason , it is inmportant to distinguish between (a) the

| ocal val ue-added conponent of expenditures and (b) the regional

i mport conponent.  Thus , airline expenditures on fuel generate

| ocal fuel storage and distribution services and the inportation
of fuel into the region. In nost parts of the country, only

the former conponent is relevant for the analysis.

Simlar considerations apply to the expenditures of gift shops,
restaurants, and other airport businesses that purchase regiona
imports for resale. They may apply as well to airport construction
and capital inprovenents.

Indirect inpacts derive primarily from off-site economc activities
that are attributable to the airport. These activities include
services provided by travel agencies, hotels, restaurants,

and retail establishments. These enterprises , |ike airport

busi nesses , enploy labor , purchase locally produced goods

and services, and invest in capital expansion and inprovenents.
Indirect inpacts differ fromdirect inpacts in that they originate

16



with full or near full enploynent, where airport enploynent

m ght draw workers away from other enployers in the region

who then have to operate their businesses with |ess |abor

than they would otherwi se enploy. A sinilar problemis posed
by the possibility that, in the absence of the airport, the
regi on might have devel oped alternative nodes of common carrier
transportation nore extensively and thus created enploynent
opportunities for workers now enployed at the airport.

As a practical matter, however, it will rarely be cost effective
to devel op a base-case scenario that depicts the econony of

the region without the airport. The time and resources required
for this exercise will seldom warrant the resulting inprovenment
in the estimates of enployment, -payroll, and expenditure inpacts.

Expenditures by airlines, fixed based operators, and tenants
generate direct inpacts, but only those that induce |oca

busi ness activity are relevant for a regional econom c assessnent.
For this reason , it is inmportant to distinguish between (a) the

| ocal val ue-added conponent of expenditures and (b) the regional

i mport conponent.  Thus , airline expenditures on fuel generate

| ocal fuel storage and distribution services and the inportation
of fuel into the region. In nost parts of the country, only

the former conponent is relevant for the analysis.

Simlar considerations apply to the expenditures of gift shops,
restaurants, and other airport businesses that purchase regiona
imports for resale. They may apply as well to airport construction
and capital inprovenents.

Indirect inpacts derive primarily from off-site economc activities
that are attributable to the airport. These activities include
services provided by travel agencies, hotels, restaurants,

and retail establishments. These enterprises , |ike airport

busi nesses , enploy labor , purchase locally produced goods

and services, and invest in capital expansion and inprovenents.
Indirect inpacts differ fromdirect inpacts in that they originate

16



with full or near full enploynent, where airport enploynent

m ght draw workers away from other enployers in the region

who then have to operate their businesses with |ess |abor

than they would otherwi se enploy. A sinilar problemis posed
by the possibility that, in the absence of the airport, the
regi on might have devel oped alternative nodes of common carrier
transportation nore extensively and thus created enploynent
opportunities for workers now enployed at the airport.

As a practical matter, however, it will rarely be cost effective
to devel op a base-case scenario that depicts the econony of

the region without the airport. The time and resources required
for this exercise will seldom warrant the resulting inprovenment
in the estimates of enployment, -payroll, and expenditure inpacts.

Expenditures by airlines, fixed based operators, and tenants
generate direct inpacts, but only those that induce |oca

busi ness activity are relevant for a regional econom c assessnent.
For this reason , it is inmportant to distinguish between (a) the

| ocal val ue-added conponent of expenditures and (b) the regional

i mport conponent.  Thus , airline expenditures on fuel generate

| ocal fuel storage and distribution services and the inportation
of fuel into the region. In nost parts of the country, only

the former conponent is relevant for the analysis.

Simlar considerations apply to the expenditures of gift shops,
restaurants, and other airport businesses that purchase regiona
imports for resale. They may apply as well to airport construction
and capital inprovenents.

Indirect inpacts derive primarily from off-site economc activities
that are attributable to the airport. These activities include
services provided by travel agencies, hotels, restaurants,

and retail establishments. These enterprises , |ike airport

busi nesses , enploy labor , purchase locally produced goods

and services, and invest in capital expansion and inprovenents.
Indirect inpacts differ fromdirect inpacts in that they originate

16



Air Carrier Airports with More than Four MIIlion Commercia
Passengers per Year

Step 1. Determine enploynent at the airport.

If total airport enploynment is known, the analyst may proceed
to Step 2. If airport enploynent is not known, it can be
estimated by the followng rule:

For every 10,000annual commercial passengers, including

t hrough passengers, the airport has approxi nately 8.8
employees. The uncertainty associated with this statistically
derived coefficient (See Appendix A) can be indicated

by a plus-and-m nus 20 percent interval, with | ower and

upper limts of 7.0 and 10.6, respectively. For exanmple,

an airport wwth 1omllion conmercial passengers a year

woul d have approxi mately 8,800 enpl oyees, with the actual

enpl oyment alnost certainly falling in the interval of
from7,000 to 10,600.

Note that this estimate does not include any large aircraft
manufacturing or maintenance activity that may account for
substantial additional enploynent at certain airports. These
are addressed in step 3.

Step 2. Convert airport enploynent into airport payrolls.

A review of airport inpact studies indicates that annual airport

payrol| per enployee at high activity air carrier airports

is approximately $27,000 (in 1984dollars). To continue the
exanple started in Step 1, the airport's estimted payrol

woul d t hen be 8,800 times $27,000, or $237,600,000. The |ower
~and upper limts would be $189,000,000 and $286,200,000.

19
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on the degree 'of economc self sufficiency of the region,

not on the level of airport activity. |If the region is unusually
dependent on regional inmports, a multiplier factor of 0.5

m ght be selected. This would yield induced enploynent of

420 jobs, with lower and upper limts of 335and 505. The

I nduced i ncomes woul d be $9,240,000 with | ower and upper limts
of 7,370,000 and $11, 110,000.

Step 5. Calculate total econom c inpacts.

The total inpacts can then be estimated by sunmng the direct
and induced enploynent and payroll inpacts. In the exanple,
1,260 jobs would be attributed to the airport, with limts

of 1,005and 1,515. In addition, the airport would be credited
wi th addi ng i ncomes totalling $27,720,000t0 the region, with

| ower and upper limts of $22,110,000and $33,330,000.

The discussion of the interpretation of rule-of-thumb estinates
for high activity airports also applies here. The caveats
regarding the noninclusion of airport expenditures and indirect
I npacts apply here as well.

Ceneral Aviation Airports

At an airport where the principal use is by general aviation,
the five steps outlined above should be followed. In Step 1,
enpl oyment and payrol| data nmay be available from the airport
manager. The scant data on GA airports suggests a rough ratio
of one enployee -for every 7.2 based aireraft,!but this may

1 From data on fixed base operators by enploynent-size

class, reported in the 1980Survey of Airport Services (24),

nmedi an FBO enpl oynent , Tncluding the FBO manager, 1S #.5 for

the nation as a whole. The average nunber of FBO's ‘per airport

is 1.1. Average FBO enploynent at an airport is _thus 1.1

times 4.5, or approxi mately s.0. The_average nunber of pernanently
based aircraft per airport is 36.2. This figure divided by

the average airport FBO enplornent of 5.0yields a ratio of
7.2based aircraft per FBO enpl oyee.

23



on the degree 'of economc self sufficiency of the region,

not on the level of airport activity. |If the region is unusually
dependent on regional inmports, a multiplier factor of 0.5

m ght be selected. This would yield induced enploynent of

420 jobs, with lower and upper limts of 335and 505. The

I nduced i ncomes woul d be $9,240,000 with | ower and upper limts
of 7,370,000 and $11, 110,000.

Step 5. Calculate total econom c inpacts.

The total inpacts can then be estimated by sunmng the direct
and induced enploynent and payroll inpacts. In the exanple,
1,260 jobs would be attributed to the airport, with limts

of 1,005and 1,515. In addition, the airport would be credited
wi th addi ng i ncomes totalling $27,720,000t0 the region, with

| ower and upper limts of $22,110,000and $33,330,000.

The discussion of the interpretation of rule-of-thumb estinates
for high activity airports also applies here. The caveats
regarding the noninclusion of airport expenditures and indirect
I npacts apply here as well.

Ceneral Aviation Airports

At an airport where the principal use is by general aviation,
the five steps outlined above should be followed. In Step 1,
enpl oyment and payrol| data nmay be available from the airport
manager. The scant data on GA airports suggests a rough ratio
of one enployee -for every 7.2 based aireraft,!but this may

1 From data on fixed base operators by enploynent-size

class, reported in the 1980Survey of Airport Services (24),

nmedi an FBO enpl oynent , Tncluding the FBO manager, 1S #.5 for

the nation as a whole. The average nunber of FBO's ‘per airport

is 1.1. Average FBO enploynent at an airport is _thus 1.1

times 4.5, or approxi mately s.0. The_average nunber of pernanently
based aircraft per airport is 36.2. This figure divided by

the average airport FBO enplornent of 5.0yields a ratio of
7.2based aircraft per FBO enpl oyee.

23



on the degree 'of economc self sufficiency of the region,

not on the level of airport activity. |If the region is unusually
dependent on regional inmports, a multiplier factor of 0.5

m ght be selected. This would yield induced enploynent of

420 jobs, with lower and upper limts of 335and 505. The

I nduced i ncomes woul d be $9,240,000 with | ower and upper limts
of 7,370,000 and $11, 110,000.

Step 5. Calculate total econom c inpacts.

The total inpacts can then be estimated by sunmng the direct
and induced enploynent and payroll inpacts. In the exanple,
1,260 jobs would be attributed to the airport, with limts

of 1,005and 1,515. In addition, the airport would be credited
wi th addi ng i ncomes totalling $27,720,000t0 the region, with

| ower and upper limts of $22,110,000and $33,330,000.

The discussion of the interpretation of rule-of-thumb estinates
for high activity airports also applies here. The caveats
regarding the noninclusion of airport expenditures and indirect
I npacts apply here as well.

Ceneral Aviation Airports

At an airport where the principal use is by general aviation,
the five steps outlined above should be followed. In Step 1,
enpl oyment and payrol| data nmay be available from the airport
manager. The scant data on GA airports suggests a rough ratio
of one enployee -for every 7.2 based aireraft,!but this may

1 From data on fixed base operators by enploynent-size

class, reported in the 1980Survey of Airport Services (24),

nmedi an FBO enpl oynent , Tncluding the FBO manager, 1S #.5 for

the nation as a whole. The average nunber of FBO's ‘per airport

is 1.1. Average FBO enploynent at an airport is _thus 1.1

times 4.5, or approxi mately s.0. The_average nunber of pernanently
based aircraft per airport is 36.2. This figure divided by

the average airport FBO enplornent of 5.0yields a ratio of
7.2based aircraft per FBO enpl oyee.

23



tasks can often be carried out sinultaneously or in sone other
order. Because of the relative conplexity of the process

and the extensive research and data collection that may be
required , an individual or a small organization nmay not have
the necessary expertise and resources to carry out a detailed
assessnent , and professional assistance may be required.

Phase 1. Prelinmnary Planning

The planning phase of the assessment is critical, because
It articulates the purpose and thus defines the orientation
of the research effort. The planning phase also identifies
the resources to be enployed in carrying out the project.
Phase 1includes the follow ng tasks:

Stating the Purpose of the Assessment

A statement of the purpose of the project will typically reflect
some actual or perceived requirement. This could be a regul atory"
mandate related to airport devel opment planning, or it m ght

be a need to docunent an airport’s economc contribution to

an area to gain financial and/or political support for the
facility.

The statenent of purpose should indicate the target audience,

e.g. , state aviation officials, state and local elected officials,
or the general public. [If nore than one audience is anticipated,
It may be appropriate to publish the report in nore than one
format.

Fornul ati ng the Research Questions

* The planning phase shoul d specify the kinds of information,
both general and specific, to be included in the final report.
This information should include estimtes of direct , indirect,
induced , and total inpacts. An exami nation of some prior

26



tasks can often be carried out sinultaneously or in sone other
order. Because of the relative conplexity of the process

and the extensive research and data collection that may be
required , an individual or a small organization nmay not have
the necessary expertise and resources to carry out a detailed
assessnent , and professional assistance may be required.

Phase 1. Prelinmnary Planning

The planning phase of the assessment is critical, because
It articulates the purpose and thus defines the orientation
of the research effort. The planning phase also identifies
the resources to be enployed in carrying out the project.
Phase 1includes the follow ng tasks:

Stating the Purpose of the Assessment

A statement of the purpose of the project will typically reflect
some actual or perceived requirement. This could be a regul atory"
mandate related to airport devel opment planning, or it m ght

be a need to docunent an airport’s economc contribution to

an area to gain financial and/or political support for the
facility.

The statenent of purpose should indicate the target audience,

e.g. , state aviation officials, state and local elected officials,
or the general public. [If nore than one audience is anticipated,
It may be appropriate to publish the report in nore than one
format.

Fornul ati ng the Research Questions

* The planning phase shoul d specify the kinds of information,
both general and specific, to be included in the final report.
This information should include estimtes of direct , indirect,
induced , and total inpacts. An exami nation of some prior

26



tasks can often be carried out sinultaneously or in sone other
order. Because of the relative conplexity of the process

and the extensive research and data collection that may be
required , an individual or a small organization nmay not have
the necessary expertise and resources to carry out a detailed
assessnent , and professional assistance may be required.

Phase 1. Prelinmnary Planning

The planning phase of the assessment is critical, because
It articulates the purpose and thus defines the orientation
of the research effort. The planning phase also identifies
the resources to be enployed in carrying out the project.
Phase 1includes the follow ng tasks:

Stating the Purpose of the Assessment

A statement of the purpose of the project will typically reflect
some actual or perceived requirement. This could be a regul atory"
mandate related to airport devel opment planning, or it m ght

be a need to docunent an airport’s economc contribution to

an area to gain financial and/or political support for the
facility.

The statenent of purpose should indicate the target audience,

e.g. , state aviation officials, state and local elected officials,
or the general public. [If nore than one audience is anticipated,
It may be appropriate to publish the report in nore than one
format.

Fornul ati ng the Research Questions

* The planning phase shoul d specify the kinds of information,
both general and specific, to be included in the final report.
This information should include estimtes of direct , indirect,
induced , and total inpacts. An exami nation of some prior

26



services, and contracting for airport construction and capital

I nprovenents by airlines , fixed base operators, aviation-related
facilities, and other businesses operating at the airport.

Direct inpacts originate at the airport, but sone, |ike expenditures
for locally-produced supplies, are felt away fromthe airport

site. Decisions can then be made regarding which inpacts

to quantify.

The direct inpacts selected for quantification should then

be linked wth specific inpact neasures. The principal neasures
of on-site direct inpacts are airport enployment, airport
payrolls, and expenditures for capital construction. Measures
of off-site direct inpacts include airport expenditures for
materials, equipment, fuel, and utilities.

Airport businesses can be cited as promsing sources of data
for estimating direct inpacts. These businesses include the
airport's airlines, concessions, fixed base operators, air
cargo operators, other tenants, and aviation-related businesses.
|f project resources permt, personal interviews should be
specified as the means of collecting data. Personal interviews
are preferable to nmailed questionnaires, because they ensure
that each question is understood and answered conpletely and
unanbi guousl y.

Al though the survey probably should be tailor-mde to accommodate
the unique characteristics of the airport being studied, the
study plan should provide for the study of questionnaires

t hat have been used in other airport inpact assessnents.

(These are often presented in appendices of reports. )

The follow ng kinds of information regarding each airport
- tenant are likely to be useful in subsequent analysis, and
t hese shoul d be specified:

t.  Type of business (airline, rental car agency, restaurant ,
gift shop, fixed base operator , air freight operator, etc. )
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Travel agency data should be collected directly by interview
or a mailed questionnaire. If the region has a |arge nunber
of travel agencies, a sanple survey should be considered,

The kind of information to be obtained is essentially the
same as that collected fromairport tenants, i.e., data on
enpl oyment, payrolls, and expenditures. It is particularly
Inportant that the agencies estinmate the percentage of their
business that is related to local use of the airport.

Data on local expenditures of tourists and other visitors
to the area who arrive at the airport can be estimted by
a survey of hotels and travel agencies or obtained by an air
passenger survey. Prior to the survey, a meeting should be
held with airport nmanagement to gain its cooperation and to

plan a sampling procedure that will not interfere with airport
operations.

Information to be requested from departing non- Iocal passengers
shoul d include the follow ng:

. Principal purpose of visiting the area (business,
convention, vacation , etc. )

20 The nunber of trips to the airport in the past year

31 The nunber of days spent in the area

4.  The approximate sums of noney spent locally on |odging,
food .and beverages, gifts , entertainnent , transportation
etc.

The questionnaire used inthe study of the Harrisburg International
Airport is presented inAppendix . These sanple data are

then the basis for extrapolating total annual expenditures

by tourists and other visitorsto the area. The expenditure

patterns of hotels, restaurants, and other enterprises that
cater to visitors do not haveto be determ ned unless, as
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Each set of RIMS || nultipliers includes three tables: an
enpl oynent nultiplier table, a total earnings multiplier table,
and a total multiplier table. In addition, BEA W ll provide
a househol d direct coefficient table upon request. The tota
earnings nultipliers are the nmost relevant for the economc

i npact assessnent. They can be applied to either a general
category of expenditures, e.g., airline expenditures, or to
specific expenditure itens, e.g., airline expenditures on

up to 39 separate classifications of items, e.g., fuel and
mai ntenance and repair. Mre refined estimtes of nultiplier
effects can be obtained by applying separate nultipliers to

I ndi vi dual expenditure conponents.

RIMS Il nultipliers can thus be used to estimate the airport's
total inpact on enployment and inconme, both for the region

as a whole and, if desired, for specific industries within

the region. It should be noted that the application of the
RIMS || nultipliers leads directly to total inmpacts and does
not identify induced inpacts explicitly. These, however,

can be calculated by sinply subtracting direct and indirect
inpacts fromthe total. An exanple of the use of RIMS ||
multipliers is presented in Appendix F.

| npacts of Increased Activity

If one of the objectives of the study is to estimate the economc
I npacts of future planned or anticipated changes in the use

of the airport, provision nust be nmade to forecast shifts

in passenger demand. An airport 's economc inpacts, |ike

its benefits , can be expected to change over tine as airport
activity changes. Econom c inpacts can be projected into

the future by using the estimated relationship between airport
enpl oyment and the nunber of conmercial passengers shown in
Figures A-l and a-2 in Appendix A  However , an adj ustnment
should be made to reflect productivity inprovenents that are
expected in the econony. Productivity increases on the order
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CHAPTER 4

SUMVARY

Anal ytical techniques are available to quantify the transportation
benefits and the economc inpacts of airports. Rules of thunb,
consistent with those analytical techniques, can provide prelim nary
but inprecise estimates by relating "airport activity to benefits

and to economc inpact in ternms of the jobs and payroll that

result fromthe airport. Table 4-1illustrates typical figures

for airports with various activity |evels.

These anal ytical techniques can also be used to predict the
positive economc effects that are likely to result from increased
aeronautical activity. For instance, if an airport with fewer
than four mllion comrercial passengers per year is forecast

to have soadditional based aircraft and 50,000additi onal

annual commercial passengers 10years in the future, then

It can be expected that there will be an acconpanying increase

in benefits of about $1,284,165 per year, and 74 jobs will

be added to the | ocal econony with a payrol!| impact of $1,617,000
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TABLE A-1

Airport Enploynent and Commercial Passengers for Airports
with Fewer than Four MIIlion Passengers a Year, 1981

AIRPORT EMPLOYMENT PASSENGERS
(M11ions)
EAST FARMDALE REPUBLIC 343 0.004
SANTA ANA JOHN WAYNE 1725 2.286
LIHUE 57 2.212
AUSTI N MUELLER 718 1.784
HOUSTON HOBBY 1743 3.269
BURBANK- GLENDAL E- PASADENA 2345 1.917
RALEI GH DURHAM 1250 1.774
CHARLOTTE 1592 3.111
SACRAMENTO 889 2.267
GREENSBORO' H GH PO NT/ W S 824 1.41
SAN JCOSE 1480 2.877
ALBUQUERQUE | NTERNATI ONAL 612 2.296
CHARLESTON | NTERNATI ONAL 320 0.947
CEDAR RAPI DS 307 0.56
PALM BEACH | NTERNATI ONAL 1532 2.583
ASHEVI LLE © 194 © 0.345
SAN ANTONIO 3705 3.209
PORTLAND ( OR) 2464 3.871
DATONA B E A CH 467 0.768
ALLENTOWN-BETHLEHEM-EASTON 752 0.588
MOLINE QUAD CITY (IL) 501 0.587
FORT MYERS LEE COUNTY 506 1.128
| NDI ANAPCLI' S | NTERNATI ONAL 3157 3.091
RENO CANNON | NTERNATI ONAL 983 2.502
SYRACUSE HANCOCK 838 1.663
EL PASO | NTERNATI ONAL 1444 1.913
BATON ROUGE RYAN 351 0.536
COLUMBUS 2500 2.541
GREENVI LLE- SPARTANBURG 522 0.667
NASHVI LLE 2267 2.517
M LWAUKEE M TCHELL 1260 3.296
FREELAND TRI-CITY (M) 243 0.394
LEXI NGTON BLUE GRASS 411 0.641
FORT WAYNE BAER 473 0.494
LQUI SVI LLE STANDIFORD ( KY) 1902 2.046
Cl NCI NNATI | NTERNATI ONAL 2895 2.84
ONTARI O (CA) 2979 2.36
BALTI MORE- WASHI NGTON | NTERN 3023 3.764
W CH TA M D- CONTI NENT 1866 1.159
DAYTON | NTERNATI ONAL 1201 1.816
Rl CHVOND BYRD 1194 1.227
WASHI NGTON DULLES 3211 2.624
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TABLE A-2

Ai rport Enpl oynent and Conmmerci al Passengers for Airports
Wi th More than Four M| Ilion Passengers a Year, 1981

Al RPORT EMPLOYMENT PASSENGERS
(Millions)

CH CAGO- O HARE 24727 43.653
HONOLULU 8000 14.036
LOS ANGELES 46971 33.038
LA GUARDI A 8419 17.459
NATI ONAL 7216 14.538
DALLAS~FT.WORTH 14253 21.951
ATLANTA- HARTSFI ELD 30000 40.148
SAN FRANCI SCO 29260 22.248
HOUSTON INT. 10000 10.695
M AM 31583 20.505
DENVER- STAPLETON 12400 : 20.849
LAS VEGAS MCCARRAN 2751 9.929
Pl TTSBURGH 5901 11.453
SAN DI EGO LI NDBERGH 4750 5.165
FORT LAUDERDALE 3181 6.025
KENNEDY 32287 26.796
TAMPA INT. 3842 . 7.689
M NNEAPQOLI S- ST. PAUL 15528 9.024
DETRO T METRO 4000 $.759
SEATTLE- - TACOVA 16900 9.194
CLEVELAND 4553 6.123
PHOENI X- SKY HARBOR 10600 6.586
ORLANDO 1603 6.532
NEWARK 5824 9.223
SALT LAKE A TY 2760 4.244
KANSAS CI TY INT. 10000 5.306
MVEMPHI S 7331 5.216
Source: Airport Operators Council International
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APPENDI X B
FAA REG ONAL OFFI CES

NEW ENGLAND REG ON

Mai ne, New Hanpshire, Vernont, Massachusetts, Rhode |sland,
and Conn®ticut

Regional Office: Airports Division, ANE-600
Federal Aviation Adninistration
12 New Engl and Executive Park
Burlington, Massachusetts 01803

Comm. Telephone: 617-273-7044

EASTERN REG ON

New York, New Jerse?s| Pennsyl vani a, Delaware, Maryland, Virginia,
West Virginia, and District of Col unbia

Regional Office: Airports Division, AEA-600
Federal Aviation Adninistration
Fitzgeral d Federal Building, Room329
John F. Kennedy International Al rport
Jamaica, New York 11430

‘Comm. Tel ephone:  718-917-1239

SOQUTHERN REG ON

Georgia, North Carolina, South Carolina, Florida, Puerto Rico,
Virgin Islands, Tennessee, Kentucky, Mssissippi, and A abama

Regional Office: Airports Division, AS0-600
Federal Aviation Adninistration
3400 Norman Berry Drive
East Point, Georgia 30344

Comm. Tel ephone: 404-763-7288
Mai | : Airports Division, AS0-600
Federal Aviation Adm nistration

P.0. Box 20636
Atlanta, Georgia 30320

B-|
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APPENDI X C
STATE AVI ATI ON ACGENCI ES

Al abama

Director

Al abama Dept. of Aeronaut ics
817Sout h Court Street

Mont gomery, AL 36130-0101
Tel ephone; 205 + 261-4480

Al aska

Di rector _
Central Reg. Planning
Dept. of Transportation &
Pub. Facs.

Mai | Pouch 6900

Anchor age, AK 99502
Tel ephone’ 907 + 266-1462
Arizona

Di rector

Di vi sion of Aeronautics - DOT
1801w, Jefferson, Room 426
Phoeni x, AZ 85007

Tel ephone: 602 + 255-7691

Ar kansas

Di rector _
Arkansas Dept. of Aeronautics

Adans Field-Od Termnal Bldg.

Little Rock, AR 72202
Tel ephone: 501+ 376-6781

California

Chi ef |

Di vi sion of Aeronautics - DOT
1120N Street

Sacranent o, CA 95814

Tel ephone: 916 + 322-3090
Col orado

Airport Planning Staff

Col orado Dept. of Local Affairs
1313 Sherman Street, Suite 520

Denver, co 80203
Tel ephone: 303 + 866-2352

Connecti cut

Deputy Conmmi ssi oner

Bureau of Aeronautics - DOT
P.0. Drawer A
Wethersfield, CT 06109
Tel ephone: 203 + 566-4417

Del awar e

Admi ni strator _

Aeronautics Section _
Del aware Transportation Authority
P.0. Box 778

Dover, DE 19903

Tel ephone: 302 + 736-3264

Fl ori da

Chi ef o

Bureau of Aviation - DOT
Burns Buil di_ng
605Suwannee St T eet

Tal | ahassee, FL 3230 1

Tel ephone: 904 + u488-8uy4y

Georgia

Chi ef .

Bureau of Aeronautics - DOT .
2017Fl i ghtway Drive
Chamblee, GA 30341

Tel ephone: 404 + 393-7353

Hawai i

Admi ni strator

Airports Division - DOT
Honol ul u International Airport
Honol ulu, Hawaii 96819

Tel ephone: 808 + 836-6432

| daho

Admi ni strat or .

Di vi sion of Aeronautics - DOT
3483Rickenbacker Street

Boise, | D 83705

Tel ephone: 208 + 334-3183
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Oregon

Adm ni strator _
Oregon Division of Aeronautics
304025th Street S.E.

Salem OR 97310

Tel ephone: 503 + 378-4880

Pennsyl vani a

Di rector o

Bureau of Aviation _

PA Departnent of Transportation
Transportation & Safety Building
Room 716

Harrisburg, PA 17120

Tel ephone: ~ 717 + 783-2280

Rico
Executive D rector

Puerto Rico Ports Authority
G.P.Q. 2829

Puert o.

San Juan, Puerto Rico 00936
Tel ephone: 809 + 723-0698
Rhode | sl and

Assistant Director

DOT - Division of Airports
Theodore F. Geen State Airport
Varwi ck, Rl 02886

Tel ephone: 401+ 737-4000

South Carolina

Director . _
South Carolina Aeronautics
Commi ssi on

Drawer 1987

Col unbia, SC 29202

Tel ephone: 803 -+ 758-2766

Sout h Dakot a

Assistant Director _
Departnent of Transportation
700 Broadway Avenue E.
Pierre; SD 57501-2585

Tel ephone: 605 + 773-3265

c-4

Tennessee

Adm ni strator .
Ofice of Aeronautics -
P.0. Box 17326

DOT

Nashville, TN 37217

Tel ephone: 615+ 741-3208
Texas

Director

Texas Aeronautics Conmm ssion
P.0. Box 12607, Capitol

Austin, TX 78711

Tel ephone:’ 512+ 476-9262
Ut ah

Director o
Aeronautics Dvision - DOT
135North 2400 West

Salt Lake City, UT 84116
Tel ephone: 801+ 328-2066
Ver nont

Director of Operations
Agency of Transportation
State Adm nistration Bldg.
133State Street

Mont pel i er, VT 05602

Tel ephone: 802 + 828-2828
Virginia

Di rector

Departnent of Aviation
P.0. Box 7716

R chnond, VA 23231

Tel ephone: 804 + 786-6284

Washi ngt on

Assi st ant
DOT -

nt Secretary _
Di vision of Aeronautics

8600Perinmeter Road - Boeing Field

Seattle, WA 98108
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8. EXPENDITURES

6. How much did your organization spend in the
Harrisburg Area during the past year on the
following items:

a. Materials and Equipment . .$’
b.Vehicle Fuel . ............. $
c. Aviation Fuel ............. $

d. Other (specify)

7. How much did your. organization spend in the
Harrisburg Area during the past year on the
following support services:

a. Maintenance and repair . . .$

b.Advertising .. ............. $
¢. Electricity ................ $
d.NaturalGas ............. $
e. Telephone ............... $

f. Other (specify)

8. How much did your company pay in 1982 for each
of the following taxes?

a. Pennsylvania State sales and
use taxes on goods purchased

from off-airport firms . . . . ... .. $
b. All other Pennsylvania State

taxes................. .. .8
c. Aviation Fueltax .. ......... $
d. Vehicle Fuel tax .......... $

e. Other Community taxes (specify)

C. REVENUE AND CAPITAL COSTS

9. What was the gross revenue earned by your
company from business at HIA during
1982? s

10. How much did your company spend during
the year (1982) on capital improvements at
HIA (i.e., major purchase of equipment or
major development projects)?

11. How much does your organization plan
to spend on capital improvements to your
exclusive facilities at HIA:

a.During1983?............ $

b. During the 1984 to
1988 period? ............ $

¢. During the 1989 to
1993 period? ............ $

E-3

O Please check this box if you would like a copy of the
brochure resulting from this study, and provide a mailing
address below. (If you prefer not identifying your
company on this questionnaire, simply send us a
separate letter requesting a copy of the brochure.)

If there is any other information which we can provide
you, please feel free to indicate your questions or data
needs.

If you have any additional information which you would
like to provide, please send it to:

Malcolm H.Klein

Aviation Planning Associates, Inc.
421Arch Street

Cincinnati, Ohio 45202

Thank you for your cooperation!
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TOTAL METROPOLITAN IMPACT:

The information obtained in this section will be
used te¢ estimate the economic = benefit of
Harrisburg International Airport (HIA) to the
Harrisburg Area.

EMPLOYMENTAND PAYROLL

2. How many fuli-time and part-time employees
did your organization have directly at HIA?

Full-time

Part-time

3. What was the total 1982 payroll of your
organization’s employees located directly at
HIA?

Full-time $

Part-time $

B. EXPENDITURES

4. What were your estimated expenditures
during 1982 for materials and equipment
(e.g., off ice supplies, furniture, vehicles, etc.)
purchased in the Harrisburg Metropolitan
Area? ............... $

5. What were your estimated expenditures
during 1982 for services performed by other
companies (e.g., Uutilities, dry cleaning,
advertising) located in the Harrisburg
Metropolitan Area? ... $

6. Have you completed, or are you in the
process of completing, any major expansion
or renovation projects at your facilities at
HIA?

1.0 No 2.Cl Yes
7. If YES, approximately how much did you

spend on these projects? (Give total if more
than one project.)....$

8. How much does your organization plan to
spend on capital improvements to your
exclusive facilities at HiA:

a. During 19837 .. .... $

b. During the 1984 to
1988 period? . ...... $

¢. During the 1989 to
1993 period? . ... ... $

C. TAXES

9. Approximately how much did your company
pay in state and local taxes during 1982?

State taxes paid $

Local taxes paid $

lll. LOCATION

10. How important was the proximity to the
Airportin your choice to locate at HIA?

1. O Essential
2. Cl Important
3. O Not Important

11. What other factors were important in your
choice to locate at HIA?

E-5

0O Please check this box if you would like a copy of the
brochure resulting from this study, and provide a mailing
address below. (If you prefer not identifying your
company on this questionnaire, simply send us a
separate letter requesting a copy of the brochure.)

If there is any other information which we can provide
you, please feel free to indicate your questions or data
needs.

If you have any additional information which you would
like to provide, please send it to:

Malcolm H.Klein

Aviation Planning Associates, Inc.
421Arch Street

Cincinnati, Ohio 45202

Thank you for your cooperation!
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9. What was the Zip Code of inla place?

(M zip code is not known, list the spproximate
address or building name, and city name.)

10. What was the approximate travel time from
the point where you started your ground trip
to the Airport, until you entered the lerminal
to board this Sight?

hours minutes

11.  What was your principal mode of travel 1o the
Airport today?

1. O Private Auto

2. 0 Taxi
3. O Rental Car

4. O Hotel/Motel Courtesy Van
5. O Limousine Service

6. O Air Taxi

7. O Other

(Please Specdy)

12. if a public bus service had been available,
would you have taken a bus 10 come 10 the
Alrport today?

1.3 No 2.0 Yes

13. The Department of Transportation Is
considering the development of a commuter
train service between downtown Harrisburg
and the Alrport. it this service had been
avalisble, would you have used the train to
come 10 the Alrport today?

1.0 No 2.0 Yes

. FINALLY SOME INFORMATION ABOUT

YOU. PLEASE BE ASSURED THAT YOUR
ANSWERS TO THE FOLLOWING
QUESTIONS WILL BE USED FOR
STATISTICAL PURPOSES ONLY.

14. During the psst 12 monthe, considering all
fights to ail destinations, how many total air
round trips have you made prior to this trip?

Total number of round trips

15. Are you a resident of the Harrisburg area or
any ol the nearby counties listed below?
(Piense check that county of which you are s
resident. ¥ you are not a resident of any of
these counties, check the box provided).

1. O Dauphin County, Pennsylvania

2. a Lebanon County, Pennsylvania

3. 0 Lancaster County, Pennsylvania
4. O York County, Pennsylvania

5. O Adams County, Pennsylvania

8. 0 Franklin County, Pennsyivania

7. O Cumberland County, Pennsylvania
8. O Perry County,Pennsyivania

9. O Not a resident of the above counties

IF YOUR PERMANENT RESIDENCE IS IN
ONE OF THE EIGHT COUNTIES LISTED
ABOVE, PLEASE SKIP TO QUESTION 21.

E-7 (and E-8)

18. How many ¥ips by als have you msde %o
Hasvigurg, not including connections, in the
past 12 monthe? (Count & round trip
a8 one.)

17. How many days did you spend in the
Harvisburg ares or subwbs during this
tip?

18. Approximately how much money did you
spend on each of the following items during
your stay in Harrisburg. (if traveling with
another individual, plesse record only those
expenditures which you yoursel made.)

Hotel/Motel Lodging ......... $
Food and Beverages ........ S
Retail Stores ................ $
Sports, Nightclubs and Other
Entertainment ............... $
Local Transportation.including
RentalCar .................. $
Business-related Goods
andServices . . .............. $
Other ....................... S
Total Expenditures .......... S

19. What major places of business,
entertainment, or recrestion did you visit
during this trip 1o Harrisburg?

20. The future development pian for Harrisburg
intemational Alrport may identity the need
for a hotel/conference center at the Airport.
it the hotel/conference center had been
avallable during your visit t0 Harrisburg,
check the statement that best describes your
situation:

1. 01 would have considered staying at the
hotel center

2. 0 | would have considered using the
conferencefacilities tohostabusiness
meeting of product demonstration

3. O Both situations 1 and 2 above

4.0 Not sureif | would have considered the
hotei/conference center inmaking my
plans for thistrip.

5.01would not have considered using the
hotel/conference center because
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What was the Zip Code of inls place?
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14. During the psst 12 months, considering all
fights to il destinations, how many total air
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Total number of round trips
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9. O Not a resident of the above counties

IF YOUR PERMANENT RESIDENCE IS IN
ONE OF THE EIGHT COUNTIES LISTED
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E-7 (and E-8)



to determne sales of a particular regional industry when
airport expenditures are the only available infornation.

Each aviation business related to a targetedairport is assigned
aStandard I ndustrial Cassification code. The aviation-rel ated
business is identified with a correspondi ng R MS ITcodenumber,
Table F-1 presents business activities that are nost likely |
encountered in aviation-related economc studies. These activities
can be matched with corresponding RIMS Il code numbers.  Tpe

RIMS || code nunmber will identify the specific nultiplier

factor to be applied to the affected business.

The RIMS || nodel uses sales by aviation businesses to estimte
the final demand at targeted airports. PBusiness activities
are evaluated and defined according to their |evel of economc
consequences to the targeted airport. These activities are

grouped into direet and indirect inpacts. Bysiness infornation
gathered at each airport includes:

. magnitude of sales

size of purchase

I dentity of purchase
nunber of enpl oyees
size of payroll
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In general, sales should be nultiplied by RIMS Il nmultipliers
to determne economc inpacts. However , if data are |acki ng
for some specific types of business activity, other information,
such as expenditures, payroll earnings and number of enployees
can be used. The following calculations illustrate the RIMS Il
met hods of conputing economc inpacts from data on airport

sales , payroll and enpl oynent.
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